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ENGINE CONTROL DEVICE

CROSS-REFERENCE TO RELATED
APPLICATIONS

This application claims priority to Application No. PCT/
JP2011/051997 filed Feb. 1, 2011, which application claims
priority to Japanese Application Nos. 2010-022299, filed on
Feb. 3, 2010 and 2010-060768, filed on Mar. 17, 2010. The
contents of the above applications are incorporated herein by
reference in their entireties.

TECHNICAL FIELD

The present invention relates to an engine control device
that controls drive of an engine based on a set target engine
speed, more specifically, an engine control device with an
enhanced fuel consumption of the engine.

BACKGROUND ART

In a construction machine, when a pump absorption torque
is equal to or lower than a rated engine torque, an engine
output torque is matched to the pump absorption torque in a
high-speed control area on an engine-output-torque-charac-
teristics line showing a relationship between an engine speed
and the engine output torque. For instance, the target engine
speed is set corresponding to the setting of a fuel dial and a
high-speed control area is determined corresponding to this
target engine speed.

Alternatively, the high-speed control area is set corre-
sponding to the setting of the fuel dial and the target engine
speed is set corresponding to this high-speed control area.
The pump absorption torque and the engine output torque are
controlled for matching in this high-speed control area.

Many operators generally set a target engine speed at or
around a rated engine speed so as to improve a workload. A
low engine-fuel-consumption area (i.e., an engine-fuel-effi-
cient area) usually exists in a middle-speed area and a high-
torque area on the engine-output-torque-characteristics line.
Accordingly, a high-speed control area defined between a
non-load high-idle speed and the rated engine speed does not
correspond to an efficient area in terms of fuel consumption.

In order to drive an engine in the fuel-efficient area, a
typically known control device presets a value of a target
engine speed and a value of a target engine output torque such
that the values correspond to each other, for each of plural
selectable operation modes (see, for instance, Patent Litera-
ture 1). With the use of such a control device, when an opera-
tor selects, for instance, a second operation mode, the engine
speed can be set lower than that in a first operation mode, and
therefore the fuel consumption can be improved.

However, according to the above-described operation
mode switching, the operator needs to operate the operation
mode switching each time so as to improve the fuel consump-
tion. Further, in a situation where the engine speed in the
second operation mode is set at a value simply reduced rela-
tive to the engine speed in the first operation mode, selection
of'the second operation mode leads to the following problem.

The maximum speed of a working device of a construction
machine (hereinafter referred to as a working equipment) is
decreased as compared to that in the first operation mode. As
a result, a workload in the second operation mode becomes
smaller than that in the first operation mode.

In order to solve this problem, the applicant has already
filed a patent application directed to an engine control device
and an engine control method (see Patent Literature 2).
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According to the above engine control device, when a pump
capacity and an engine output torque are low, the drive control
of engine is conducted based on the second target engine
speed that is closer to a low-speed area than the preset first
target engine speed, thereby reaching the preset target engine
speed corresponding to the pump capacity of a variable dis-
placement hydraulic pump driven by the engine or the
detected engine output torque.

According to the above engine control device, the fuel
consumption of the engine is improvable and the engine
speed is excellently smoothly changeable while a pump dis-
charge amount required for the working equipment is main-
tained. Furthermore, an uncomfortable feeling resulting from
a discontinuous change in engine noise can be prevented.

CITATION LIST
Patent Literature(s)

Patent Literature 1: JP-A-10-273919
Patent Literature 2: International Publication No. WO2009/
104636

SUMMARY OF THE INVENTION
Problem to be Solved by the Invention

In the invention of the engine control device described
above in Patent Literature 2, the drive control of the engine is
started based on the second target engine speed lower than the
first target engine speed, instead of the first target engine
speed instructed using a fuel command dial or the like. How-
ever, it is not disclosed in the invention of Patent Literature 2
how to set the second target engine speed according to the first
target engine speed when the first target engine speed is
reduced from the rated engine speed.

The second target engine speed is lower than the first target
engine speed. The lower second target engine speed is set, the
larger fuel-saving effects can be provided.

However, when the first target engine speed is reduced
from the rated engine speed, if a reduction range from the first
target engine speed to the second target engine speed is fixed,
apump flow volume may become insufficient. This is because
the pump flow volume near the maximum torque point on the
engine-output-torque-characteristics line is restrained by a
pump-absorption-torque-limit line that is set to prevent an
engine stall.

An object of the invention is to improve the invention of
Patent Literature 2 described above in the aforementioned
situation not disclosed in the invention of Patent Literature 2.
More specifically, an object of the invention is to provide an
engine control device capable of controlling an engine more
fuel-efficiently and obtaining an absorption torque required
in a hydraulic pump.

Means for Solving the Problems

The problem of the invention can be suitably solved by the
following aspects of the invention on an engine control
device.

According to a first aspect of the invention, an engine
control device includes: a variable displacement hydraulic
pump driven by an engine; a hydraulic actuator driven by a
discharge pressure oil from the hydraulic pump; a control
valve that controls the discharge pressure oil from the hydrau-
lic pump so that the discharge pressure oil is supplied to the
hydraulic actuator; a detector that detects a pump capacity of
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the hydraulic pump; a fuel injector that controls a fuel sup-
plied to the engine; a command unit that selects a command
value among variable command values and commands the
command value; a first setting unit that sets a first target
engine speed in response to the command value commanded
by the command unit and a second target engine speed based
onthe first target engine speed, the second target engine speed
being equal to or lower than the first target engine speed; a
second setting unit that sets a target engine speed according to
the pump capacity, the target engine speed having the second
target engine speed as a lower limit; and a controller that
controls the fuel injector so as to provide the target engine
speed set by the second setting unit, in which the first setting
unit is configured to keep the second target engine speed
constant or decrease the second target engine speed and to
decrease a reduction range for decreasing the first target
engine speed to the second target engine speed when the first
target engine speed is reduced, and the reduction range is set
at zero when the first target engine speed is equal to or lower
than an engine speed at a maximum torque point.

According to a second aspect of the invention, the first
setting unit is configured to decrease the second target engine
speed when the first target engine speed is reduced in a pre-
determined range.

According to a third aspect of the invention, the first setting
unit sets the second target engine speed at a predetermined
engine speed when the first target engine speed is set at the
engine speed that is equal to or exceeds the engine speed at
which a pump-absorption-torque-characteristic line in the
hydraulic pump starts to shift when the first target engine
speed is decreased from a rated engine speed.

According to a fourth aspect of the invention, the engine
control device further includes a detector that detects an
engine output torque, in which the second setting unit sets the
target engine speed according to the pump capacity or the
engine output torque, the target engine speed having the sec-
ond target engine speed as the lower limit.

Advantages of the Invention

In the engine control device of the invention, the second
target engine speed can be set according to the set first target
engine speed. When the first target engine speed is set low, the
second target engine speed can be set low according to the set
first target engine speed, so that fuel consumption can be
reduced.

Moreover, the reduction range for setting the second target
engine speed can be decreased according to the first target
engine speed.

In other words, the reduction range by which the first target
engine speed is decreased to the second target engine speed is
configured to be decreased as the first target engine speed
becomes lower.

With this arrangement, as the first target engine speed is
decreased in response to a command by the command unit, a
difference between the second target engine speed and the
first target engine speed becomes small to make it difficult to
limit a pump discharge flow volume by the pump-absorption-
torque-limit line.

When the first target engine speed is decreased to an engine
speed that is equal to or lower than the engine speed at the
maximum torque point, the second target engine speed is set
to be equal to the decreased first target engine speed. With this
arrangement, since the engine control is started based on the
second target engine speed that is equal to the first target
engine speed, a pump absorption torque equal to that obtained
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4

by controlling at the first target engine speed is obtainable
from the engine output torque in the hydraulic pump.

When the second engine speed is set to be decreased as the
first target engine speed is decreased according to the second
aspect of the invention, an operator does not feel discomfort
caused by a situation where the second target engine speed
fails to be decreased although the first target engine speed is
decreased by the fuel dial.

According to the third aspect of the invention, when the
first target engine speed is set at the engine speed that is equal
to or exceeds the engine speed at which the pump-absorption-
torque-characteristics line in the hydraulic pump starts to
shift when the first target engine speed is decreased from the
rated engine speed, the second target engine speed can be set
at the predetermined engine speed.

Even with this arrangement, a relationship between the
pump-absorption-torque-limit line and the high-speed con-
trol area according to the second target engine speed is
unchanged. Accordingly, the pump absorption torque
required in the hydraulic pump can be secured. With regard to
operability of the hydraulic actuator expected by the operator
who sets the first target engine speed, the operator does not
feel discomfort about operability. Moreover, since the second
target engine speed can be kept low even though the first
target engine speed is increased, the fuel efficiency can be
significantly improved.

With the arrangement according to the fourth aspect of the
invention, the hydraulic actuator is smoothly operable at a
high efficiency while the operation of the hydraulic actuator is
not adversely affected.

BRIEF DESCRIPTION OF DRAWINGS

FIG. 11is ahydraulic circuit diagram according to an exem-
plary embodiment of the invention.

FIG. 2 is a block diagram of a controller.

FIG. 3 illustrates a relationship between a target engine
speed and an engine output torque.

FIG. 4 shows an engine-output-torque-characteristics line.

FIG. 5 shows the engine-output-torque-characteristics line
when the engine output torque is increased.

FIG. 6 illustrates a relationship between a target engine
speed and a pump-absorption torque-limit line.

FIG. 7 illustrates setting of a second target engine speed.

FIG. 8 illustrates a relationship between the target engine
speed and the engine output torque.

FIG. 9 is a control flow chart according to the invention.

FIG. 10A illustrates a relationship between a first target
engine speed and the second target engine speed.

FIG. 10B illustrates a relationship between a pump capac-
ity and the target engine speed.

FIG. 10C illustrates a relationship between the engine out-
put torque and the target engine speed.

FIG. 11 illustrates a relationship between the first target
engine speed and the second target engine speed.

FIG. 12 illustrates a relationship between the pump capac-
ity and the target engine speed.

FIG. 13 illustrates a relationship between the engine output
torque and the target engine speed.

DESCRIPTION OF EMBODIMENT(S)

An exemplary embodiment of the invention will be spe-
cifically described below with reference to the attached draw-
ings. An engine control device according to the invention can
be favorably employed as a control device for controlling an
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engine installed in a construction machine such as a hydraulic
excavator, a bulldozer and a wheel loader.

Moreover, the engine control device according to the
invention may be shaped or configured in any manner other
than those described below as long as they serve to attain an
object of the invention. Accordingly, the invention is not
limited to the exemplary embodiment described below but
various modifications or changes can be made thereto.

EXAMPLE(S)

FIG. 1 is a hydraulic circuit diagram of an engine control
device according to the exemplary embodiment of the inven-
tion. An engine 2 is a diesel engine. An engine output torque
of the engine 2 is controlled by adjusting a fuel amount
ejected into a cylinder of the engine 2. A typically known fuel
injection device 3 can adjust the fuel amount.

An output shaft 5 of the engine 2 is connected to a variable
displacement hydraulic pump 6 (hereinafter referred to as a
hydraulic pump 6), so that the rotation of the output shaft 5
drives the hydraulic pump 6. The inclination angle of a swash
plate 6a of the hydraulic pump 6 is controlled by a pump
control device 8. A change in the inclination angle of the
swash plate 64 leads to a change in a pump capacity D (cc/rev)
of the hydraulic pump 6.

The pump control device 8 includes: a servo cylinder 12
that controls the inclination angle of the swash plate 6a; and
an LS valve (Load Sensing valve) 17 that is controlled in
response to a differential pressure between a pump pressure
and a load pressure of a hydraulic actuator 10. The servo
cylinder 12 includes a servo piston 14 that acts on the swash
plate 6a. A discharge pressure from the hydraulic pump 6 is
supplied through oil paths 27a and 275. The LS valve 17 is
activated in response to a differential pressure between a
hydraulic pressure (a pump discharge pressure) of the oil path
27a and a hydraulic pressure (the load pressure of the hydrau-
lic actuator 10) of a pilot oil path 28, thereby controlling the
servo piston 14.

The inclination angle of the swash plate 6a of the hydraulic
pump 6 is controlled by the servo piston 14. Moreover, a
control valve 9 is controlled by a pilot pressure outputted
from an operation lever device 11 in response to the operation
amount of an operation lever 11a, thereby controlling the flow
volume supplied to the hydraulic actuator 10. The pump
control device 8 is provided by a known load sensing control
device.

A pilot pressure through a solenoid proportional valve 16
from an oil path branched from the oil path 274 is supplied to
an end of the LS valve 17 to which an oil pressure (a pump
discharge pressure) of the oil path 27a is supplied. The sole-
noid proportional valve 16 is configured to adjust the pilot
pressure supplied to the end of the LS valve 17 by the com-
mand value from the controller 7. The controller 7 can limit an
angle (corresponding to the pump capacity) of the swash plate
64 of the hydraulic pump 6 by limiting the command value of
the solenoid proportional valve 16.

Accordingly, the controller 7 can limit the pump absorption
torque according to the engine speed detected by the engine
speed sensor 20 by setting a pump-absorption-torque-limit
line described later. It should be noted that a unit for limiting
the pump absorption torque can be provided by a unit other
than the aforementioned unit. A conventionally known torque
control valve may be separately provided as the unit for
limiting the pump absorption torque.

A pressure oil discharged from the hydraulic pump 6 is
supplied to the control valve 9 through an oil discharge path
25. The control valve 9 is configured as a five-port three
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position switching valve. The pressure oil discharged from
the control valve 9 is selectively supplied to the oil paths 26a
or 265, thereby actuating the hydraulic actuator 10.

It is not to be understood that the hydraulic actuator is
limited to the above-exemplified cylinder hydraulic actuator.
The hydraulic actuator may be provided by a hydraulic motor
or a rotary hydraulic actuator. Though only one pair of the
control valve 9 and the hydraulic actuator 10 is exemplified
above, plural pairs of the control valves 9 and the hydraulic
actuators 10 may be provided, or plural actuators may be
operated by a single control valve.

When a hydraulic excavator in a form of a construction
machine, for instance, is taken as an example for illustrating
the hydraulic actuator, the hydraulic actuator is employed for
each of a boom hydraulic cylinder, an arm hydraulic cylinder,
a bucket hydraulic cylinder, a left-travel hydraulic motor, a
right-travel hydraulic motor, a turning motor and the like.
FIG. 1 shows the boom hydraulic cylinder as a representative
example of these hydraulic actuators.

When the operation lever 11a is moved from a neutral
position, a pilot pressure is outputted from the operation lever
device 11 according to the operation direction and the opera-
tion amount of the operation lever 11a. The outputted pilot
pressure is applied to either a left pilot port or a right pilot port
of the control valve 9. In this manner, the control valve 9 is
switched from a (II) position (neutral position) to either one of
left and right positions, namely a (I) position and a (III)
position.

When the control valve 9 is switched from the (II) position
to the (I) position, the discharge pressure oil from the hydrau-
lic pump 6 is supplied to the bottom side of the hydraulic
actuator 10 through the oil path 265, whereby a piston of the
hydraulic actuator 10 is expanded. At this time, the pressure
oil at the head side of the hydraulic actuator 10 is discharged
into a tank 22 from the oil path 26a via the control valve 9.

Likewise, when the control valve 9 is switched to the (III)
position, the discharge pressure oil from the hydraulic pump
6 is supplied to the head side of the hydraulic actuator 10
through the oil path 265, whereby the piston of the hydraulic
actuator 10 is retracted. At this time, the pressure oil at the
bottom side of the hydraulic actuator 10 is discharged into the
tank 22 from the oil path 265 via the control valve 9.

Herein, the head side of the hydraulic actuator 10 means a
hydraulic chamber near a rod of the hydraulic cylinder. The
bottom side of the hydraulic actuator 10 means a hydraulic
chamber at the opposite side of the rod of the hydraulic
cylinder.

An oil path 27¢ is branched from the middle of the oil
discharge path 25. An unload valve 15 is disposed in the oil
path 27¢. The unload valve 15 is connected to the tank 22. The
unload valve 15 is switchable between a position where the
oil path 27¢ is cut off and a position where the oil path 27¢ is
in communication. The oil pressure in the oil path 27¢ acts as
a pressing force for switching the unload valve 15 to the
communication position.

Moreover, a pilot pressure in the pilot oil path 28 where the
load pressure of the hydraulic actuator 10 acts and a pressing
force of the spring act as a pressing force for switching the
unload valve 15 to the cut-off position. Hence, the unload
valve 15 is controlled based on a differential pressure between
the combination of the pilot pressure in the pilot oil path 28
and the pressing force of the spring and the oil pressure in the
oil path 27c.

A controller 7 can be provided by, for instance, a computer
including a storage that is used as a program memory and a
work memory and a CPU that executes a program. The stor-
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age of the controller 7 stores Tables 1 to 3 of FIGS. 10A to
10C, a relationship shown in FIG. 12, a relationship shown in
FIG. 13, and the like.

Next, the control of the controller 7 will be described with
reference to the block diagram of FIG. 2. In FIG. 2, a high-
speed control area selecting calculator 32 in the controller 7
receives not only a command value 37 of the fuel dial 4 but
also a command value of the pump torque required for the
hydraulic pump 6 which is calculated by a pump torque
calculator 31, and a pump capacity corresponding to a swash-
plate angle of the hydraulic pump 6.

The pump torque calculator 31 receives a pump pressure
discharged from the hydraulic pump 6 which is detected by a
pump pressure sensor 38 and the swash-plate angle of the
hydraulic pump 6 which is calculated by a swash-plate angle
command value calculator 30 that commands the swash-plate
angle of the hydraulic pump 6. The pump torque calculator 31
calculates a command value of a pump torque (a command
value of the engine output torque) required in the hydraulic
pump 6 from the inputted swash-plate angle and pump pres-
sure of the hydraulic pump 6.

Specifically, in general, a relationship in the hydraulic
pump 6 between the pump discharge pressure P (pump pres-
sure P), the discharge capacity D (pump capacity D), and the
engine output torque T is expressed by an equation of T=P-D/
200z

According to the equation, the swash-plate angle com-
mand value calculator 30 can calculate the engine output
torque (the pump torque) by detecting a rotation speed of the
hydraulic pump 6 driven by the engine 2 as the engine speed
and detecting the pump pressure (i.e., the discharge pressure)
from the hydraulic pump 6 by the pump pressure sensor 38.

The command value of the pump torque (the command
value of the engine output torque) required in the hydraulic
pump 6 which is calculated by the pump torque calculator 31
can be calculated using a detection value of the pump pressure
and the detection value of the swash-plate angle sensor 39
instead of using the detection value of the pump pressure and
the command value calculated by the swash-plate angle com-
mand value calculator 30.

A calculation in the pump torque calculator 31 using the
detection value of the pump pressure and the detection value
of the swash-plate angle sensor 39 is illustrated with dotted
lines in FIG. 2.

The swash-plate angle command value calculator 30 can
calculate using the pump pressure P detected by the pump
pressure sensor 38 and the detection value from the engine
speed sensor 20. The calculation results by the swash-plate
angle command value calculator 30 are inputted to the pump
torque calculator 31. In other words, based on the pump
pressure P and the rotation speed of the hydraulic pump 6, the
pump capacity D of the hydraulic pump 6 at that time can be
calculated, thereby calculating a pump swash-plate angle cor-
responding to the pump capacity D.

The high-speed control area selecting calculator 32 com-
mands a high-speed control area command value 33 to the
engine 2 for drive control thereof.

The pump pressure sensor 38 can be disposed, for instance,
for detecting the pump pressure in the oil discharge path 25 of
FIG. 1. The swash-plate angle sensor 39 can be configured to
function as a sensor detecting the swash-plate angle of the
hydraulic pump 6.

The pump torque calculator 31 can calculate the engine
output torque (the pump torque) with the inputted value in the
pump torque calculator 31 using an illustration showing the
relationship between the engine output torque T and the
engine speed N as shown in FIG. 3.
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Specifically, as shown in FIG. 3, an engine estimated
torque Tg at that time can be obtained at a target engine speed
Nn at that time, namely, an intersection between a high-speed
control area Fn that is set by the command value 37 of the fuel
dial 4 to correspond to the target engine speed Nn and an
engine speed Nr at that time detected by the engine speed
sensor 20.

The pump torque calculator 31 may alternatively calculate
the engine output torque at that time based on the command
value of the engine output torque (not shown) provided in the
controller 7 and the engine speed detected by the engine speed
sensor 20.

The pump torque calculator 31 calculates the output torque
of'the hydraulic pump 6 based on the pump capacity detected
by the swash-plate angle sensor 39 and the pump discharge
pressure detected by the pump pressure sensor and provides
the calculated output torque as the engine output torque at that
time.

The pump torque calculator 31, the pump pressure sensor
38, the swash-plate angle command value calculator 30, the
engine speed sensor 20 and the swash-plate angle sensor 39 in
combination function as a detector detecting the pump capac-
ity of the hydraulic pump and a detector detecting the engine
output torque.

The operator selects one command value of variable com-
mand values by turning a fuel dial 4 (a command unit),
thereby setting a first target engine speed corresponding to the
selected command value. Corresponding to the set first target
engine speed, a high-speed control area where a pump
absorption torque and an engine output torque are matched
can be set.

Specifically, as shown in FIG. 4, when a target engine
speed Nb(N'b) as the first target engine speed is set by turning
the fuel dial 4, a high-speed control area Fb is selected cor-
responding to the target engine speed Nb(N'b). At this time,
the target engine speed is Nb(N'b).

The first target engine speed N'b is defined as a point where
the total of a non-load engine friction torque and a hydraulic
loss torque and the engine output torque are matched when
the target engine speed is controlled at Nb. In an actual engine
control, a line connecting the first target engine speed N'b and
a matching point Kb is set as the high-speed control area Fb.

Although the target engine speed N'b is exemplarily set
higher than the target engine speed Nb in the following
description, the target engine speed N'b and the target engine
speed Nb may be the same, or the target engine speed N'b may
be set lower than the target engine speed Nb. In the following
description, an engine speed N'c marked with the apostrophe
(e.g., atarget engine speed Nc(N'c)) is described. The engine
speed N'c marked with the apostrophe is defined in the same
manner as the above.

When the operator newly sets a first target engine speed Nc
lower than the initially selected first target engine speed Nb
by turning the fuel dial 4, a high-speed control area Fc is
selected in a lower speed area.

In this manner, by setting the fuel dial 4, one high-speed
control area is set corresponding to the first target engine
speed selectable by the fuel dial 4. Specifically, when the fuel
dial 4 is set, as exemplarily shown in FIG. 4, any one of the
high-speed control area Fa passing a maximum horsepower
point K1 and a plurality of the high-speed control areas Fb, Fc
and so forth in the lower speed area relative to the high-speed
control area Fa can be set, or any one of high-speed control
areas defined between the above high-speed control areas can
be set.

In the engine-output-torque-characteristics line of FIG. 5,
the possible performance of the engine 2 is shown as an area
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defined by a maximum torque line R. The output (horse-
power) of the engine 2 peaks at the maximum horsepower
point K1 on the maximum torque line R. M denotes a fuel
consumption map. The minimum fuel consumption area is
defined near the center of the fuel consumption map. K3 on
the maximum torque line R denotes the maximum torque
point where the torque of the engine 2 peaks.

Description will be made below on an explanatory situa-
tion where a first target engine speed N1 is set as the maxi-
mum target engine speed corresponding to a command value
37 of the fuel dial 4 and a high-speed control area F1 passing
the maximum horsepower point K1 is set corresponding to
the first target engine speed N1.

Description will be made below on an explanatory situa-
tion where the first target engine speed N1 is set as the rated
engine speed corresponding to the command value of the fuel
dial 4 in FIG. 1 (although the rated engine speed is denoted as
Nhin FIG. 4, the rated engine speed is also denoted as the first
target engine speed N1 in FIG. 5) and the high-speed control
area F1 passing the maximum horsepower point K1 is set
corresponding to the first target engine speed N1. However,
the invention is applicable not only to the situation where the
high-speed control area F1 passing the maximum horsepower
point K1 is set.

For instance, even if any one of the plurality of high-speed
control areas Fb, Fc and so forth or any one of the high-speed
control areas defined between the high-speed control areas
Fb, Fc and so forth is set as the high-speed control area
corresponding to the determined first target engine speed in
FIG. 4, the invention is favorably applied to the determined
high-speed control area.

FIG. 5 illustrates an increasing pattern of the engine output
torque. In the exemplary embodiment, the high-speed control
area F1 can be set corresponding to the first target engine
speed N1 that is set corresponding to the command value of
the fuel dial 4 set by the operator. In the same manner, the
second target engine speed N2 is set lower than the first target
engine speed N1 and a high-speed control area F2 is set
corresponding to the second target engine speed N2, thereby
starting controlling drive of the engine based on the high-
speed control area F2.

Accordingly, the high-speed control area selecting calcu-
lator 32 shown in FIG. 2 functions as a first setting unit that
sets the second target engine speed N2 based on the first target
engine speed N1 that is set in response to the command value
37 of the fuel dial 4.

It will be described below how to set the second target
engine speed N2 lower than the first target engine speed N1
when setting the first target engine speed N1.

For controlling the hydraulic pump, in order to prevent an
engine stall and an excessive decrease in the engine horse-
power, the pump-absorption-torque-limit line is provided so
as to keep the engine speed from being decreased to a prede-
termined engine speed or lower. In other words, the pump-
absorption-torque-limit line is provided as a line for limiting
a volume of the engine output torque absorbable by the
hydraulic pump. Accordingly, the hydraulic pump capacity is
limited by the pump-absorption-torque-limit line.

For instance, as shown in FIG. 6, when the first target
engine speed N1 selected by the fuel dial 4 is set to engine
speeds N20, N21 . . . that are decreased from the rated engine
speed of the engine 2, the pump-absorption-torque-limit line
Pc is configured to shift toward the lower-engine speed and
higher-torque side as shown in Pc20, Pc21 . .. . In other words,
the pump-absorption-torque-limit line Pc is configured to be
uniformly decreased toward the lower-engine speed side as
the firsttarget engine speed N1 is decreased. Thus, prevention
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of the engine stall and adjustment of the engine horsepower
are conducted by setting the pump-absorption-torque-limit
line Pc.

The pump-absorption-torque-limit line is also configured
to rapidly shift toward the lower-torque side as the first target
engine speed approaches an engine speed at the maximum
torque point K3. This aims for preventing generation of an
engine stall which may be caused by decrease in the engine
speed relative to the engine speed at the maximum torque
point K3.

When the first target engine speed (e.g., an engine speed
N22) approaches the engine speed at the maximum torque
point K3, a pump-absorption-torque-limit line Pc22 for the
first target engine speed N22 limits the engine output torque
absorbable by the hydraulic pump 6.

In other words, the engine output torque absorbable by the
hydraulic pump 6 is represented by an engine output torque at
a matching point K'22 at the intersection between the high-
speed control area F22 for the first target engine speed N22
and the pump-absorption-torque-limit line Pc22, and is kept
far lower than an engine output torque at an output torque
point K22 at the intersection between the high-speed control
area F22 and the maximum torque line R.

When the pump-absorption-torque-limit line is thus rap-
idly decreased toward the lower-torque side from the maxi-
mum torque line R, if the target engine speed is set at a further
lower engine speed, it is impossible to increase the pump
capacity and ensure the pump discharge flow volume.

Accordingly, in the exemplary embodiment, when the first
target engine speed approaches the engine speed at the maxi-
mum torque point K3, the first target engine speed N1 and the
second target engine speed N2 become the same.

In the exemplary embodiment, the reduction range for
decreasing the first target engine speed N1 to the second
target engine speed N2 is configured to be decreased as the
first target engine speed set by the fuel dial 4 is decreased.
When the first target engine speed N1 set by the fuel dial 4 is
lower than the engine speed at the maximum torque point K3,
the reduction range for decreasing the first target engine speed
N1 to the second target engine speed N2 is set at zero.

In the exemplary embodiment, the pump-absorption-
torque-limit line is designed according to a simply increasing
function, in which the torque is decreased as the engine speed
is decreased, using the engine speed as a coefficient. The
pump-absorption-torque-limit line is set according to the first
target engine speed in response to the command value of the
fuel dial 4. For instance, as shown in FIG. 7, a pump-absorp-
tion-torque-limit line Pc1 is set at the first target engine speed
N1.

When the first target engine speed is set lower than a
predetermined engine speed, as shown by the arrow in FIG. 7,
the pump-absorption-torque-limit line is also designed to
shift from Pcl to Pc2 according to the first target engine
speed. In other words, when the first target engine speed is set
lower than the predetermined engine speed, the pump-ab-
sorption-torque-limit line shifts toward the lower-engine
speed and higher-torque side. Even if the model and the like
of'the construction machine are changed, the same command
of'the fuel dial enables output of the horsepower at the similar
level.

Such a setting is possible that the pump-absorption-torque-
limit line Pc1 does not shift in the arrow direction in FIG. 7
until, for instance, the first target engine speed is set at a
predetermined engine speed N10 or lower. Moreover, until
the first target engine speed is set at the predetermined engine
speed N10 or lower, the second target engine speed can be set
to keep the engine speed N2.
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With this arrangement, when the first target engine speed is
the engine speed N10 or higher, the second target engine
speed can be decreased near the engine speed N2 at the
intersection between the pump-absorption-torque-limit line
Pct and the maximum torque line R.

As shown in FIG. 7, when the drive control of the engine 2
is conducted along the high-speed control area F2 at the target
engine speed N2, even if the output torque of the engine 2
reaches the maximum torque line R, the output torque point
K2 at the intersection between the high-speed control area F2
and the maximum torque line R is at the intersection between
the pump-absorption-torque-limit line Pct and the maximum
torque line R or near the maximum horsepower point K1
away from the intersection, the hydraulic pump 6 can absorb
the engine output torque at the output torque point K2. With
this arrangement, the hydraulic pump 6 can drive the engine
by the engine horsepower at the output torque point K2.

However, when the drive control of the engine is conducted
along a high-speed control area F12 while the pump-absorp-
tion-torque-limit line Pct is defined by setting the first target
engine speed N1, the hydraulic pump 6 cannot absorb an
engine output torque larger than the engine output torque at
Lx of the intersection between the high-speed control area
F12 and the pump-absorption-torque-limit line Pct. Accord-
ingly, the hydraulic pump 6 is to be limited by the drive based
onthe engine horsepower at Lx. Thus, when the engine output
torque is increased up to the intersection LX, the pump capac-
ity is decreased and the flow volume supplied to the hydraulic
actuator is decreased.

Specifically, in FIG. 7, during the engine drive control
along the high-speed control area F2, for instance, when a
load is rapidly applied while the engine outputs the engine
output torque at L1, the engine output torque absorbable by
the hydraulic pump 6 can be increased to the engine output
torque at K2 from the engine output torque at [.1. Accord-
ingly, since the engine output torque absorbable by the
hydraulic pump 6 can be rapidly increased, even if the load is
rapidly applied, the flow volume of the pressure oil supplied
to the hydraulic actuator is not decreased.

However, during the engine drive control along the high-
speed control area F12, for instance, when the load is rapidly
applied at 1.2 where the same volume of the engine output
torque as that at L1 is outputted, the hydraulic pump 6 can
only absorb the engine output torque between [.2 and Lx
where the engine output torque is limited by the pump-ab-
sorption-torque-limit line Pcl1. For this reason, it is impos-
sible to increase the engine output torque to reach one at the
output torque point K2 and make the hydraulic pump 6 absorb
alarge engine horsepower in the same manner as in the engine
drive control along the high-speed control area F2. Accord-
ingly, the discharge flow volume is decreased when the load is
rapidly applied on the hydraulic pump 6 and the flow volume
of the pressure oil supplied to the hydraulic actuator is
decreased. Consequently, the operator feels discomfort about
operability.

For this reason, it is preferable that the second target engine
speed is exemplarily the engine speed at the intersection
between the pump-absorption-torque-limit line Pc1 and the
maximum torque line R or near the maximum horsepower
point away from the intersection. It is exemplarily shown in
Figures that the engine speed at the intersection between the
pump-absorption-torque-limit line Pcl and the maximum
torque line R is defined as the second target engine speed N2.

In other words, it is preferable to set the second target
engine speed in accordance with increase or decrease in the
engine speed at the matching point between the pump-ab-
sorption-torque-limit line and the maximum torque line R.
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Inthe exemplary embodiment, as shown in FIG. 7, until the
first target engine speed N1 is set at the engine speed N10 or
lower, the second target engine speed is set at a constant
engine speed represented by N2. Specifically, when the high-
speed control area is selected in a range between the high-
speed control area F1 and the high-speed control area F10
according to the first target engine speed in response to the
command value of the fuel dial 4, the target engine speed N2
is set as the second target engine speed. Then, the drive
control of the engine is conducted along the high-speed con-
trol area F2 corresponding to the second target engine speed
N2.

This will be described with reference to FIG. 11 in which
the abscissa axis represents the first target engine speed and
the ordinate axis represents the second target engine speed.
When the first target engine speed is set at 2000 rpm (repre-
sented as the engine speed N10 in FIG. 7) or higher, the
second target engine speed is constantly set at 1800 rpm
(represented as the engine speed N2 in FIG. 7).

Referring back to FIG. 7, when the first target engine speed
is set in a range from an engine speed N3 at the maximum
torque point K3 to the engine speed N10, it is preferable to set
as the second target engine speed the target engine speed N12
or higher at the output torque point K12 of the intersection
between the pump-absorption-torque-limit line Pc2 and the
maximum torque line R, when the pump-absorption-torque-
limit line shifts to Pc2 corresponding to the determined first
target engine speed. It is exemplarily shown in Figures that
the engine speed N12 is set as the second target engine speed.

This will be described with reference to FIG. 11. The
reduction range for decreasing the first target engine speed to
the second target engine speed N12 is set to be linearly
decreased as shown by the solid line in FIG. 11 as the first
target engine speed becomes the engine speed 2000 rpm or
lower and is decreased near the engine speed 1500 rpm at the
maximum torque point K3. In FIG. 11, the second target
engine speed can be set corresponding to the first target
engine speed that is set between the engine speed 1500 rpm
and the engine speed 2000 rpm.

Referring back to FIG. 7, when the first target engine speed
is set at the engine speed N3 or lower, the second target engine
speed is matched with the first target engine speed. In short,
the reduction range is set at zero.

This will be described with reference to FIG. 11. When the
first target engine speed is 1500 rpm or lower, the reduction
range for decreasing the first target engine speed to the second
target engine speed N12 is set at zero to match the second
target engine speed with the first target engine speed.

It should be noted that the specific values of the first and
second target engine speeds shown in FIG. 11 are exemplary,
which by no means limit the invention. The values of the first
and second target engine speeds are changeable according to
the properties of the engine, the hydraulic pump and the like
mounted in the construction machine.

With this arrangement, conditions for setting the second
target engine speed based on the first target engine speed that
is set in response to the command value 37 of the fuel dial 4
can be determined. Further, as the command value 37 of the
fuel dial 4 is smaller, in other words, the first target engine
speed is set lower, the difference between the first target
engine speed and the second target engine speed can be made
smaller. Accordingly, since the second target engine speed
can be set further lower as the first target engine speed is
decreased, fuel efficiency is further attainable.

By setting the reduction range for decreasing the first target
engine speed to the second target engine speed to be continu-
ously (linearly) decreased, the operator does not feel discom-
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fort caused by a situation where the second target engine
speed fails to be decreased although the first target engine
speed is decreased by the fuel dial.

When the command value 37 of the fuel dial 4 is a prede-
termined value or smaller, in other words, when the first target
engine speed is set at the engine speed at the maximum torque
point K3 or lower, the second target engine speed can be set at
the same engine speed as the first target engine speed. Accord-
ingly, since the engine drive control is conducted based on the
first target engine speed, the operator does not feel discomfort
about operability.

Further, until the pump-absorption-torque-limit line shifts
according to the first target engine speed to be changed, the
second target engine speed can be set at a predetermined
constant engine speed irrespective of the value of the first
target engine speed.

Since the relationship between the first and second target
engine speeds can be thus set, when the second target engine
speed is set in response to the command value 37 of the fuel
dial 4, a sufficient pump absorption torque required in the
hydraulic pump can be ensured while a fuel efficiency is
significantly improved.

When the first target engine speed in response to the com-
mand value 37 of the fuel dial 4 approaches the engine speed
N3 at the maximum torque point K3, the pump-absorption-
torque-limit line needs to be decreased toward the lower-
torque side in order to prevent the engine stall. At that time, if
the second target engine speed is simply set by a fixed reduc-
tion range based on the first target engine speed, when the
load is rapidly applied, the pump capacity is limited by the
pump-absorption-torque-limit line in accordance with the
increase in the engine output torque.

In contrast, in the exemplary embodiment, the reduction
range by which the first target engine speed is decreased to the
second target engine speed is set to be continuously decreased
as the first target engine speed is decreased.

Moreover, the reduction range is set at zero when the first
target engine speed reaches the engine speed N3 at the maxi-
mum torque point K3. When the first target engine speed
reaches the engine speed N3 at the maximum torque point K3,
the pump-absorption-torque-limit line is set on the high-
speed control area of the first target engine speed. This is
because setting the second target engine speed lower than the
first target engine speed causes the pump capacity to become
insufficient when the load is rapidly applied.

Next, with reference to FIGS. 5 and 12, the engine drive
control by the second target engine speed N2 along the high-
speed control area F2 will be described.

During the drive control of the engine 2 along the high-
speed control area F2 based on the second target engine speed
N2, the drive control continues until the pump capacity D of
the hydraulic pump 6 reaches a predetermined second pump
capacity D2. For instance, the drive control along the high-
speed control area F2 continues until the engine output torque
reaches the point B.

When the pump capacity D of the hydraulic pump 6
becomes equal to or exceeds the second pump capacity D2,
the target engine speed N of the engine 2 is calculated based
on a predetermined relationship between the pump capacity
D and the target engine speed N.

Thus, the drive control of the engine 2 is conducted based
on the target engine speed to shift from the high-speed control
area F2 to the high-speed control area F1. When the pump
capacity D of the hydraulic pump 6 driven by the engine 2
reaches the predetermined first pump capacity D1 (D1>D2),
the drive control of the engine 2 is conducted along the
high-speed control area F1 based on the first target engine
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speed N1. For instance, the drive control is conducted along
the high-speed control area F1 when the engine output torque
reaches a point A of a first setting position.

In FIG. 5, a position where the pump capacity D of the
hydraulic pump 6 becomes the second pump capacity D2 is
represented by a second setting position B and a position
where the pump capacity D of the hydraulic pump 6 becomes
the first pump capacity D1 is represented by the first setting
position A.

When the load applied on the hydraulic actuator 10 is
increased after the shift to the high-speed control area F1, the
engine output torque is increased along the high-speed con-
trol area F1. When the load applied on the hydraulic actuator
10 is increased in the high-speed control area F1, the engine
output torque is increased up to the maximum horsepower
point K1.

After the load applied on the hydraulic actuator 10 is
increased and the engine output torque T reaches the maxi-
mum torque line R between the high-speed control area F1
and the high-speed control area F2 or reaches the maximum
horsepower point K1 in the high-speed control area F1, the
engine speed and the engine output torque are thereafter
matched on the maximum torque line R.

Since the high-speed control area is shiftable as described
above, the working equipment is capable of consuming the
maximum horsepower as ever when the shift to the high-
speed control area F1 is done.

The control for decreasing the engine output torque along
the high-speed control area is conducted in the same manner
as the control for increasing the engine output torque along
the high-speed control area. The above controls are described
in detail in WO 2009/104636 described above.

Next, description will be made on the control flow of FIG.
9.

In Step S1 of FIG. 9, the controller 7 reads the command
value 37 of the fuel dial 4. The process then proceeds to Step
S2.

In Step S2, the controller 7 sets the first target engine speed
N1 in response to the read command value 37 of the fuel dial
4, whereby the high-speed control area F1 is set based on the
set first target engine speed N1.

Although it is described above that the first target engine
speed N1 of the engine 2 is initially set in response to the
command value 37 of the fuel dial 4, the controller 7 can
initially set the high-speed control area F1 and the first target
engine speed N1 corresponding to the set high-speed control
area F1. Alternatively, the controller 7 can simultaneously set
both the first target engine speed N1 and the high-speed
control area F1 in response to the read command value 37 of
the fuel dial 4.

As shown in FIG. 5, when the first target engine speed N1
and the high-speed control area F1 are set, the process pro-
ceeds to Step S3.

In Step S3, the high-speed control area selecting calculator
32 shown in FIG. 2 sets the second target engine speed N2,
which is set at the lower-engine speed area in advance corre-
sponding to the first target engine speed N1, and the high-
speed control area F2 corresponding to the target engine
speed N2.

In other words, based on the relationship between the first
target engine speed N1 and the second target engine speed N2
shown in Table 1 of FIG. 10A, the second target engine speed
N2 and the high-speed control area F2 can be set.

FIG. 11 shows an enlarged view of Table 1 of FIG. 10A.
The values of the engine speed shown in Table 1 of FIG. 10A
and FIG. 11 are taken as an example and any value may be set
as needed according to a construction machine.
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Thus, using Table 1 of FIG. 10A, the high-speed control
area F2 that is located in the engine speed area lower than the
high-speed control area F1 set by the fuel dial 4 can be set in
advance as a high-speed control area corresponding to each
high-speed control area F1.

After the controller 7 sets the high-speed control area F2,
the process proceeds to Step S4.

In Step S4, the target engine speed is calculated corre-
sponding to the determined first target engine speed N1 and
second target engine speed N2, using Table 2 for setting the
target engine speed based on the pump capacity (FIG. 10B)
and Table 3 for setting the target engine speed based on the
engine output torque (FIG. 10C). Then, the process proceeds
to Step SS.

In other words, in Step S4, the first target engine speed N1
(the upper limit) and the second target engine speed N2 (the
lower limit) in Table 2 of FIG. 10B and Table 3 of FIG. 10C
are respectively corrected to be the first target engine speed
N1 and the second target engine speed N2 set in Step S3. In
Table 2 of FIG. 10B and Table 3 of FIG. 10C, the first target
engine speed N1 is set as the upper limit value of the target
engine speed N and the second target engine speed N2 is set
as the lower limit thereof.

When the first target engine speed N1 and the second target
engine speed N2 are corrected in Table 2 of FIG. 10B and
Table 3 of FIG. 10C, a curve between the first target engine
speed N1 and the second target engine speed N2 in Table 2 of
FIG. 10B and Table 3 of FIG. 10C can be set in a similar figure
according to a difference in the engine speed between the first
target engine speed N1 and the second target engine speed
N2. Alternatively, the curve can be set in advance according to
a combination of the first target engine speed N1 and the
second target engine speed N2. The curve can be set by any
other methods as needed.

In Step S5, the drive control of the engine 2 is started in the
high-speed control area F2 corresponding to the set second
target engine speed N2, and then the process proceeds to
Steps S6 or Step S9.

When the drive control of the engine 2 is conducted at the
target engine speed N corresponding to the detected pump
capacity D, Steps S6 to Step S8 are conducted.

When the drive control of the engine 2 is conducted at the
target engine speed N corresponding to the detected engine
output torque T, Steps S9 to Step S12 are conducted.

Description will first be made on Steps S6 to Step S8 as
control steps for obtaining the target engine speed corre-
sponding to the detected pump capacity.

In Step S6, the swash-plate angle sensor 39 reads out the
detected pump capacity D of the hydraulic pump 6. After
reading the pump capacity D in Step S6, the process proceeds
to Step S7. It should be noted that the pump capacity D may
be calculated based on the aforementioned relationship
among the pump discharge pressure P, the discharge volume
D (the pump capacity D) and the engine output torque T.

The following is a brief description on the process in Step
S9 for obtaining the target engine speed N corresponding to
the detected pump capacity D. In other words, as shown in
FIG. 12, the engine drive control based on the second target
engine speed N2 continues until the pump capacity D of the
hydraulic pump 6 reaches the predetermined second pump
capacity D2.

When the detected pump capacity D of the hydraulic pump
6 becomes equal to or exceeds the second pump capacity D2,
the target engine speed N corresponding to the detected pump
capacity D is calculated based on the preset relationship
between the pump capacity D and the target engine speed N
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shown in FIG. 12. At this time, the drive of the engine 2 is
controlled so that the engine 2 is driven at the calculated target
engine speed Nn.

Until the target engine speed Nn is increased to reach the
first target engine speed N1 or the target engine speed Nn is
decreased to reach the second target engine speed N2, the
target engine speed Nn corresponding to the detected pump
capacity Dn is constantly calculated. The drive control of the
engine 2 is thus constantly conducted at the calculated target
engine speed Nn. In this control, the high-speed control area
selecting calculator 32 functions as a second setting unit that
sets the target engine speed corresponding to the pump capac-
ity, the target engine speed having the second target engine
speed as the lower limit.

When the currently-detected pump capacity D is the pump
capacity Dn, the target engine speed N is obtained as the
target engine speed Nn. Upon detection of an increase from
the pump capacity Dn to a pump capacity Dn+1, a target
engine speed Nn+l corresponding to the pump capacity
Dn+1 is newly obtained according to FIG. 12. The drive
control of the engine 2 is thus conducted so that the engine 2
is driven at this newly-obtained target engine speed Nn+1.

When the detected pump capacity D reaches the predeter-
mined first pump capacity D1, the drive control of the engine
2 is conducted based on the first target engine speed N1.
When the drive control of the engine 2 is conducted based on
the first target engine speed N1, the drive control of the engine
2 continues based on the first target engine speed N1 until the
pump capacity D of the hydraulic pump 6 becomes equal to or
less than the first pump capacity D1.

When the detected pump capacity D reaches the maximum
torque line R as shown in FIG. 5 while being kept between the
predetermined first pump capacity D1 and the predetermined
second pump capacity D2, the engine control is conducted
along the maximum torque line R.

Referring back to FIG. 9, the description on control Step S7
will be continued. In Step S7, the target engine speed N
corresponding to the detected pump capacity D is obtained
based on the preset relationship between the pump capacity D
and the target engine speed N as shown in Table 2 of FIG.
10B, and then the process proceeds to Step S8.

In Step S8, the value of the target engine speed N is cor-
rected according to the change rate of the pump capacity of
the hydraulic pump 6, the change rate of the pump discharge
pressure, or the change rate of the engine output torque T. In
other words, when these change rates (i.e. increase rates) are
high, it is also possible to correct the target engine speed N to
a higher one.

Step S8, described above as a control step for correcting the
value of the target engine speed N, may be skipped.

Next, description will be made on Step S9 to Step S12 as
control steps for obtaining the target engine speed corre-
sponding to a detected engine output torque.

In Steps S9 to S12, the pump torque calculator 31 is con-
figured to output the engine output torque T (the pump torque
T) in response to the command value signal from the swash-
plate angle command value calculator 30 and the detection
signal from the pump pressure sensor 38 in FIG. 2. However,
the detection signal from the swash-plate angle sensor 39 and
the detection signal from the pump pressure sensor 38 may
alternatively be used for detecting the engine output torque T
as described above.

In Step S9, for instance, the detection signals from the
swash-plate angle sensor 39 and the pump pressure sensor 38
are read out, and then the process proceeds to Step S10.

In Step S10, the engine output torque T is calculated based
on the detection signals on the pump capacity and the pump
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pressure read out in Step S9. After the engine output torque T
is calculated, the process proceeds to Step S11.

The following is a brief description on the process at Step
S11 for obtaining the target engine speed N corresponding to
the detected engine output torque T. As shown in FIG. 13,
when the drive control of the engine is conducted based on the
second target engine speed N2, the drive control of the engine
continues based on the second target engine speed N2 until
the detected engine output torque T reaches a predetermined
second engine output torque T2.

When the detected engine output torque T becomes equal
to or exceeds the predetermined second engine output torque
T2, the target engine speed N corresponding to the detected
engine output torque T is obtained based on the preset rela-
tionship between the engine output torque T and the target
engine speed N shown in FIG. 13. The drive of the engine 2 is
controlled so that the engine 2 is driven at the obtained target
engine speed N.

Until the target engine speed N reaches the first target
engine speed N1 or the second target engine speed N2, the
target engine speed N corresponding to the detected engine
output torque T is continually obtained, whereby the drive
control of the engine 2 is thus conducted based on the target
engine speed N.

For instance, when the currently-detected engine output
torque T is defined as an engine output torque Tn, the target
engine speed N is defined as the target engine speed Nn. By
detecting that the engine output torque T is varied from the
engine torque Tn to an engine torque Tn+1, the target engine
speed Nn+1 corresponding to the engine output torque Tn+1
is newly obtained. The drive control of the engine 2 is thus
conducted so that the engine 2 is driven at this newly-obtained
target engine speed Nn+1.

When the detected engine output torque T reaches the
predetermined first engine output torque T1, the drive control
of the engine 2 is conducted based on the first target engine
speed N1. When the drive control of the engine 2 is conducted
based on the first target engine speed N1, the drive control of
the engine 2 continues based on the first target engine speed
N1 until the detected engine output torque T becomes equal to
or less than the predetermined first engine output torque T1.

Thus, when the detected engine output torque T reaches the
predetermined engine output torque T2, by conducting the
drive control of the engine 2 based on the first target engine
speed N1, the engine output torque line is allowed to pass
through the maximum horsepower point K1 of the engine 2 as
shown in FIG. 8.

Referring back to FIG. 9, the description on control Step
S11 will be continued. In Step S11, the target engine speed N
corresponding to the detected engine output torque T is
obtained based on Table 3 (FIG. 10C) showing the preset
relationship between the engine output torque T and the target
engine speed N, and then the process proceeds to Step S12.

In Step S12, the value of the target engine speed N is
corrected according to the change rate of the pump capacity of
the hydraulic pump 6, the change rate of the pump discharge
pressure, or the change rate of the engine output torque T. In
other words, when these change rates (i.e. increase rates) are
high, it is also possible to correct the target engine speed N to
a higher one.

Step S12, described above as a control step for correcting
the value of the target engine speed N, may be skipped.

When a higher one between the target engine speed N
corresponding to the detected pump capacity D and the target
engine speed N corresponding to the detected engine output
torque T is used, both the control processes of Steps S6 to S8
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and Steps S9 to S12 are performed. In this case, a control in
Step S13 is performed after Step S8 and Step S12.

When the drive control of the engine 2 is conducted based
on the target engine speed N corresponding to the detected
pump capacity D or the target engine speed N corresponding
to the detected engine torque T, the control of Step S13 is
skipped and the process proceeds to Step S14. In other words,
when only one of the control of Steps S6 to S8 and the control
of Steps S9 to S12 is conducted, the control of Step S13 is
skipped and the process proceeds to Step S14.

In Step S13, a higher one of the target engine speed N
corresponding to the detected pump capacity D and the target
engine speed N corresponding to the detected engine output
torque T is selected. After the higher target engine speed N is
selected, the process proceeds to Step S14.

In Step S14, the high-speed control area selecting calcula-
tor 32 outputs the command value as shown in FIG. 2 so as to
conduct the drive control of the engine using the target engine
speed N. In this control, the high-speed control area selecting
calculator 32 functions as a controller that controls a fuel
injector so as to provide the target engine speed obtained by
the second setting unit. When the control of Step S14 is
conducted, the process returns to Step S1 for repeating the
control.

Next, a brief description will be made on a control during
an operation with reference to FIG. 1. Specifically, when the
operator sets the first target engine speed N1 by operating the
fuel dial 4, the second target engine speed N2 is set based on
the relationship between the first target engine speed N1 and
the second target engine speed N2 in FIG. 11. The drive
control of the engine can be conducted along the high-speed
control area F2 corresponding to the second target engine
speed N2.

Description will be made on a control that is performed by
detecting the pump capacity D when an operator deeply
moves the operation lever 11a to accelerate the work equip-
ment speed of a hydraulic excavator. Description on a control
performed by detecting the engine output torque T is omitted
because it is similar to the control performed by detecting the
pump capacity D.

When the operation lever 11a shown in FIG. 1 is deeply
moved so that the control valve 9 is switched to, for instance,
the (I) position, an opening area 9a ofthe control valve 9 at the
(D) position is increased and a differential pressure is reduced
between the pump discharge pressure in the oil discharge path
25 and the load pressure in the pilot oil path 28. At this time,
the pump control device 8, configured as a load sensing con-
trol device, operates for increasing the pump capacity D ofthe
hydraulic pump 6.

The predetermined second pump capacity D2 can be set
lower than the maximum pump capacity of the hydraulic
pump 6. Description will be made below on an explanatory
situation where a predetermined pump capacity is set as the
predetermined second pump capacity D2. When the pump
capacity of the hydraulic pump 6 is increased to the predeter-
mined second pump capacity D2, the target engine speed N is
controlled to change from the second target engine speed N2
to the target engine speed N corresponding to the detected
pump capacity D as shown in FIG. 12.

The situation where the pump capacity of the hydraulic
pump 6 reaches the predetermined second pump capacity D2
can be detected using the following various parameter values.
The detector of the pump capacity can be provided by a
detector capable of detecting various parameter values
described below.

When the value of the engine output torque T is used as the
values of the parameters for detecting the pump capacity D of
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the hydraulic pump 6, the controller 7 can specify a position
on the high-speed control area F2 corresponding to the engine
speed detected by the engine speed sensor 20 based on the
engine-output-torque-characteristics line stored in the con-
troller 7.

The value of the engine output torque at that time can be
obtained based on the specified position. Thus, by using the
value of the engine output torque as the parameter value, a
situation where the discharge volume from the hydraulic
pump 6 on the high-speed control area F2 reaches the maxi-
mum discharge volume that is dischargeable from the hydrau-
lic pump 6.

When the pump capacity of the hydraulic pump 6 is used as
the parameter value, the relationship in the hydraulic pump 6
between the pump discharge pressure P, the discharge capac-
ity D (pump capacity D), and the engine output torque T is
expressed by the equation of T=P-D/200x. The pump capac-
ity of the hydraulic pump 6 at that time is obtainable accord-
ing to an equation of D=200-T/P using the above equation. As
the engine output torque T, for instance, a command value of
the engine output torque held in the controller is usable.

Based on thus obtained pump capacity of the hydraulic
pump 6, a situation where the pump capacity of the hydraulic
pump 6 on the high-speed control area F2 reaches the prede-
termined second pump capacity D2 is detectable.

When the operator further deeply moves the operation
lever 11a after the pump capacity of the hydraulic pump 6
reaches the predetermined second pump capacity D2 on the
high-speed control area 2, the drive control of the engine 2 is
conducted so that the engine 2 is driven at the target engine
speed N corresponding to the detected pump capacity D
shown in FIG. 12. At this time, a control is sequentially
conducted for shifting the high-speed control area to an opti-
mal one within a range between the high-speed control area
F2 and the high-speed control area F1.

When the load applied on the hydraulic actuator 10 is
increased after the shift to the high-speed control area F1, the
engine output torque is increased. When the load applied on
the hydraulic actuator 10 is increased in the high-speed con-
trol area F1, the pump capacity D of the hydraulic pump 6 is
increased to the maximum pump capacity and the engine
output torque is increased to the maximum horsepower point
K1. After the load applied on the hydraulic actuator 10 is
increased and the engine output torque T reaches the maxi-
mum torque line R between the high-speed control area F1
and the high-speed control area F2 or reaches the maximum
horsepower point K1 in the high-speed control area F1, the
engine speed and the engine output torque are thereafter
matched on the maximum torque line R.

Since the high-speed control area is shiftable as described
above, the working equipment is capable of consuming the
maximum horsepower as ever when the shift to the high-
speed control area F1 is done.

In other words, when the shift from the high-speed control
area F2 to the high-speed control area F1 is done, the engine
output torque is increased toward the maximum torque line R
along a dotted line .51 shown in FIG. 5. A dotted line .52
represents a pattern of an increase directly toward the maxi-
mum torque line R at the high-speed control area Fn defined
in the middle of the shift from the high-speed control area F2
to the high-speed control area F1. A dotted line .53 repre-
sents a conventional pattern where a control is performed
while the high-speed control area F1 is fixed. Since the target
engine speed N is variable according to the value of the
detected pump capacity D, the high-speed control area Fn is
also variable.
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Other ways of determining the second position B are as
follows. Specifically, when a differential pressure between
the discharge pressure from the hydraulic pump 6 and the load
pressure of the hydraulic actuator 10 falls below a load sens-
ing differential pressure, it is judged that the discharge flow
volume from the hydraulic pump 6 is insufficient. The second
setting position B is then determined when the differential
pressure equal to the load sensing differential pressure starts
to be decreased.

Atthis time, the pump discharge flow volume is insufficient
on the high-speed control area F2. In other words, it can be
judged that the hydraulic pump 6 reaches the predetermined
second pump capacity D2. Accordingly, a control to shift the
high-speed control area F2 toward the higher-engine speed
area is conducted such that the engine can be rotated in the
higher-engine speed area.

In the above-described example, the hydraulic circuit is
exemplified by the one including the load sensing control
device. However, in a method for obtaining the pump capacity
of'the hydraulic pump 6 from an actual measured value of the
engine speed and the engine-output-torque-characteristics
line and a method for directly obtaining the pump capacity
using the swash-plate angle sensor of the pump, the same
applies to an open center type hydraulic circuit.

As described above, in the invention, the drive control of
the engine can be started based on the second target engine
speed N2 or the high-speed control area F2 at an improved
fuel efficiency of the engine when the high-speed control area
F1 is set according to the first target engine speed N1 in
response to the command value of the fuel dial 4 by the
operator, and the second target engine speed N2 and the
high-speed control area F2 of the low-speed side are set in
advance corresponding respectively to the set first target
engine speed N1 and the set high-speed control area F1.

Moreover, the relationship between the first target engine
speed N1 and the second target engine speed N2 can be
provided as shown in FIG. 11. Although an exemplary con-
figuration in which the second target engine speed is linearly
decreased as the first target engine speed N1 is decreased is
shown in FIG. 11, the second target engine speed may be
decreased in a curve as the first target engine speed N1 is
decreased.

Moreover, the second target engine speed may be set to
become constant after being decreased for some time as
shown by a chain double-dashed line when the first target
engine speed is in the range 0f 1500 rpm and 2000 rpm in FIG.
11. However, it is preferable to set the reduction range for
decreasing the first target engine speed N1 to the second
target engine speed N2 as a continuously decreasing value
when the first target engine speed is in the range of 1500 rpm
and 2000 rpm. This is because the engine speed cannot be
decreased in the constant second target engine speed area
even though the command value 37 ofthe fuel dial 4 (see FIG.
2) is decreased, resulting in discomfort of the operator.

In the exemplary embodiment, in an area where a large
pump capacity is not necessary, the engine speed is control-
lable based on the second target engine speed N2 in the
lower-engine speed area, thereby improving the fuel effi-
ciency of the engine. The drive control of the engine can be
conducted so that the engine is driven at the target engine
speed N determined in advance corresponding to the detected
pump capacity D, whereby a sufficient operation speed
required to operate a working equipment is obtainable.

Further, in order to reduce the engine output torque T from
a situation where the engine output is high, the drive control
of the engine is conducted so that the engine is driven at the
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target engine speed N determined in advance corresponding
to the detected pump capacity D, which results in an improve-
ment in fuel efficiency.
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and the third target engine speed corresponding to the
pump capacity as a final target engine speed.
5. An engine control device comprising:

The invention claimed is:

a variable displacement hydraulic pump driven by an

5 engine;
1. An engine control device comprising: ahydraulic actuator driven by a discharge pressure oil from
a variable displacement hydraulic pump driven by an the hydraulic pump;

engine;
ahydraulic actuator driven by a discharge pressure oil from
the hydraulic pump;

upper limit and the second target engine speed as the
lower limit, and defines a higher one of the fourth target
engine speed corresponding to the engine output torque

a control valve that controls the discharge pressure oil from
the hydraulic pump so that the discharge pressure oil is
supplied to and discharged from the hydraulic actuator;

10 : -
acontrol valve that controls the discharge pressure oil from a Pillmﬁ %apai.lty detector that detects a pump capacity of
the hydraulic pump so that the discharge pressure oil is the hydraulic pump; . .
supplied to and discharged from the hydraulic actuator; : iléel mgl iidtolfntiltlatiecltorslgl Zlcstsaaﬁizlt Sclépphz(riléo\};ig;iﬁi
a pump capacity detector that detects a pump capacity of VarImianble command values and co mman ds the set com%
the hydraulic pump; 15 mand ValueI'nm 1.
a fuel injector that controls a fuel supplied to the engine; a first settin n;eans for setting a first tareet engine speed in
a command unit that selects a set command value among response%o the set ca a%l d value rcgo fn de dpby the
variable command values and commands the set com- . .
mand value: command unit and a second target engine speed based on
Lo . . the first target engine speed, the second target engine
a first setting unit that sets a first target engine speed in ,, speed bein ge ual%o or lgwer than the first ¢ arrg ot engine
response to the set command value commanded by the P q £eq s s
: : speed;
command unit and a second target engine speed based on a se?con d setting means for setting a third target engine
the first target engine speed, the second target engine
. ’ . speed according to the pump capacity, the third target
speeg being equal to or lower than the first target engine elrjlgine speed hfving the}) ﬁrs?targlg)et er}llgine speed a;gan
speed; 25 r .
a second setting unit that sets a third target engine speed Fpp.et:.rhn(lilt and the second target engine speed as a lower
according to the pump capacity, the third target engine Lot an .. .

: : a controller that controls the fuel injector so as to provide
°P e?d having the first target cnetne speed as an e on the third target engine speed setJb the secondpsettin
limit and the second target engine speed as a lower limit; h et eng P Y s

means, wherein
and ’
30 : ;
a controller that controls the fuel injector so as to provide thi ﬁrstt setting mear(lisbls. conﬁégureg tg, based on téle ?rst
: : : arget engine speed being reduced, decrease a reduction
the third target engine speed set by the second setting o I;gg o ogm ths first tar ;} { engine speed to the second
unit, wherein . .
the first setting unit is configured to, based on the first target ::i gz: Zﬁgliﬁz Sspzz((li ﬁgsft‘gﬁlg ?ei?::;eﬁipsgfofgﬁgﬁ
engine speed being reduced, decrease a reduction range ;5 tg Hemne sp 4 and
from the first target engine speed to the second target get engine speed, an .
engine speed, and further to either keep the second target thzrz(iléc?sog rigigiés Zit laot ;Z;Otgfrfi?zgr?Lzzarsgez:éliltnz
engine speed constant or decrease the second target pee (tl int of th . & P
: maximum torque point of the engine.
engine speed, and . . ; . .
. . . 6. The engine control device according to claim 5, wherein
the redl(lict.lon ranige N setla t zero ;vhen the ﬁr;t target ezlgme 40 the first sgtting means is configured togdecrease the second
speed 1s equal to or lower than an engine speed at a . . .
. . . target engine speed when the first target engine speed is
maximum torque point of the engine. . . ‘e d%l ced ign a prP;: determined range 2 8 P
2. The engine control device according to claim 1, wherein 7. The engine control device accor diﬁg to claim 5. wherein
the first setting unit is configured to decrease the second : ’

: : : the first setting means sets the second target engine speed at
taﬁget eglgme szed Whe.:n tge first target engine speed is 45 a predeteniined engine speed Whé%n theg ﬁrstptarget
reduced in a predetermined range. . . - .

3. The engine control device according to claim 1, wherein engine spde edis set a(tia ﬁrs.t engine ;peted tllll.athl s equal to
: : : or exceeds a second engine speed at which a pump-
the first setting unit sets the second target engine speed ata absorption-torque-charafteristig line in the hygraulri)c
predetermined engine speed when the first target engine b starts to shift when the first tareet eneine speed is
speed is set at a first engine speed that is equal to or , gecrf:)ase d from a rated engine speeég 8 P
exceeds a second engine speed at which a pump-absorp- i . . .
tion-torque-charactegristicpline in the hyr()iraulljic purl;lpp 8. The engine control device according to claim 5, further
starts to shift when the first target engine speed is tcomprlsui;g a torque detector that detects an engine output
decreased from a rated engine speed. orque, whereln
: ; : ; the second setting means sets a fourth target engine speed
4. The? engine control device according to clalm 1, further 4 according to tl%e engine output torque %he fo%l cth tell)rget
comprising a torque detector that detects an engine output engine speed having the first target eI;gine speed as the
torque, wherein o ;
’ . . . upper limit and the second target engine speed as the
the second setting unit sets a fourth target engine speed lopvser limit, and defines a highé;g one ogfthe flgurth target
according to the engine output torque, the fourth target . ’ . .
engine speed having the first target engine speed as the engine speed corresponding to the engine output torque

and the third target engine speed corresponding to the
pump capacity as a final target engine speed.
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